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INTRODUCTION

After decades of decline, coal is beginning to re-emerge as a leading
energy source. At the end of World War II, coal supplied half of the nation's

energy consumption. By 1972, the year before the Organization of Petroleum
Exporting Countries’ (OPEC) oil boycott, coal's share had dropped to just over
17 percent. That historic boycott by the oil exporters brought public

attention to the precariousness of the supply of fuels the nation had come
increasingly to rely on for its energy. The fear of shortage and the star-
tling jump in prices of other fuels brought life back into what had previously
been a dying industry. In 1980 coal's share of the total U.S. consumption of
energy had risen to over 20 percent. It has become national policy and the
goal of many in the world community for coal to become the primary fuel to
carry the transition into a time when truly renewable energy sources should be
available.

For coal to fulfill its role as a major energy source it has to be avail-
able where it is needed. Like any commodity, coal's value is determined by
its availability to its users. Since little coal is actually consumed where
it is mined, it is the transportation system that provides this availability,
thus playing a vital role in determining the extent to which coal can meet its
future needs.

This report is intended as an aid to understanding the role of the coal
transportation system, particularly as it relates to the southern region of

the United States. To accomplish this task the report looks first at the
locational characteristics of coal as a commodity: where it comes from, where
it goes (by type of user and geographic area), and how it moves. The major

legal, social and environmental aspects of the various methods of coal trans-
portation are then reviewed. Finally, to provide the basis for speculation
about future coal-related transportation developments 1in the South, some
recent major c¢oal policies and trends are analyzed. The implications that
these policies and trends are likely to have on the coal transportation system
in the southern region are then considered.
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THE LOCATIONAL CHARACTERISTICS OF COAL
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TABLE 1

PRODUCTION AND VALUE OF BITUMINOUS COAL AND LIGNITE, 1978

Production (thousand short tons) Value ($ per tomn)
Under-

Underground surface Total™  ground Surface Total
lebama........... 6,169 14,383 20,553 39.22 27.94 31.33
ansas. . ... .. ... 3 516 519 W W 39 .86
glia. . ... .. ... - 113 113 - 52.23 2. 23
Kentucky.......... 59,484 76,204 135,689 27.03 21.38 Z3.86
Maryland.,. . ....... 382 2,616 2,998 24,16 18.70 19,40
homa.......... 2 6,068 6,070 44.40% 21.41 21.42
nnessee. .. .., e 4,150 5,882 10,032 23,30 23,14 23.21
=5 % -1 I - 20,020 20,020 - 5,04 5.04
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West Virginia 65,216 20,099 85,314 35.45 25.7
SCUTHERN REGION 156,917 156,336 313,253 31.76C 20.19
Total...... . . 242,177 422,950 665,127 $30.94 $16.53

L. 78

la ; .
Sum of components may not equal total due to independent
rounding.

W= Withheld to avoid disclosing individual company data.
e .. 4
Estimated

Source: U.S. Department of Energy, Energy Information Adminis-

tration, WEEKLY COAL REPORT, No. 126, February 29, 1980;

Author’s calculations.



Figure 1

Coal Consumption by End-Use Sector
Million. Short Tons




Figure 2
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Table 2

Coal Consumption by End-Use Sector
Million Short Tons

Industrial
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Year Utilities Plants Miscelianeous * Total Transportation  Commercial Total
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Where It Goes, by Type of User

Since World War II, coal produced in the U.S. has gone almost exclusively
to five end-use sectors: electric utilities, industrial, transportation, resi-
dential and commercial, and export. The proportion going to each of these
sectors has changed radically since that time, however. Table 2 shows the
tonnage used by each sector for the years 1950 to 1980. This distribution is
illustrated graphically in Figure 1.
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The final sector of demand for coal is exports. The share of coal going
for export purposes has doubled, from 6 percent in 1950 to 12 percent cur=
rently, While the 40 percent jump in coal exports for 1980 is ceonsidered
something of a temporary aberration, the long-term outloock for this sector
appears quite bright, as other nations shift toward greater coal use and as
this country emerges as one of the more reliable suppliers of the product.



Table 3

Domestic Distribution of Coal Produced in the U.S. by Coal Producing District,
Consumer Category and Method of Transportation:
January-September 1980
(Thousand Short Tons)

Consumer Category Coal Producing District Region Total
of . 8. Per Cent
Method of Transportation Total 3&6 7 8 9 13 14 i5 (42.1%)} ofU.S.
US. Total........... e 539,624 25,496 11,427 113,254 30,279 18,110 879 29,784 227,028 {100.0%)

Elactric Utilities Total . ................. 433,853 22,073 2,058 82,148 29,296 11,285 180 27,583 174,603 (87.2%;
Raill. ... 252,796 7,811 1,275 ©1,764 9,916 3,761 72 18,377
River........... ..o 73,700 8,095 402 14,236 13,708 2,264 83 a8
GreatLakes............... e 8,758 84 4 3,389 806 . —

Tidewater Piers and Coastal Ports . ... .. 1,862 823 377 362 - 8 — -
Truck . ..o 56,450 1,170 - 2,398 4,868 4,173 - 7,310
Tramway, Conveyor. and Slurry Pipeline 46,386 4,008 - — - 1,079 - 1,79

Coke Plants, Total .......... e 43,506 1,360 3,866 17,068 - 3,138 353 40 30,624 {15.3%
Rail............... T 22,993 1,028 4,851 11,302 — 1,675 180 40
River.... ... ... o i 12,117 — 2,088 3,759 — - 43 —
Greatlakes..................... . . 2,585 37 930 1,584 — - — —

Tidewater Piers and Coastal Poris ... ... 2,192 298 289 358 28 — —
Truek ..o 2,11 (") 58 - 1,436 130 —
Tramway, Conveyor, and Siurry Pipeling 508 — 508 - - — — —

Gther industrial, Total ......... e 44723 1,983 648 12,542 825 1,450 154 2.076 19,674 9.8%:
Rall. ... o 258128 1,421 443 9,536 438 428 92 968
River........... R . 3,234 23 77 1,294 84 126 - 117
Greatlakes................... e 2,160 412 79 811 - — - —

Tidewater Piers and Coastal Forts ..., .. 56 - (%} — 30 - —
Truck .. ... o 12,361 126 it age 300 849 62 893
Tramway, Conveyer, and Slurry Pipeline 1,612 - - — - - — —

Residential/ Commercial, Total .. ........ 4,384 89 25 1,122 123 235 12 79 1,888 {0.8%)
Rail. . ... ... ... .. ... 1,605 48 10 795 4 5 - 13
River...................... A 31 — - 15 1 — — 4
Greatlakes......................... 107 8 63 — — —

Truck ..o 2,645 8 — 207 118 231 12 81
Transportaton ....................... a7 3 16 46 4 - — - 89 (e
Unknown/No Revealable .............. 972 8 13 329 31 - i 7 388 {*}

{7} Value is less than 500 Short Tons.

SOURCE: Form EIA-6, Coal Distribution Report, Energy Information Administration, U.S. Department of Energy.
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Table 4

Coal Transportation by District
“January-September 1980

{ln Tons)
3&6 7 8 9 13 14 15
25,496 11,407 113,254 30,279 16,110 679 29,784 227,029
7,911 1,275 61,764 9,916 3,761 72 18,377
1,028 4 851 11,308 ~ 1,675 180 40
1,421 443 9,536 438 428 92 966
48 10 795 4 5 . 13 )
10,408 6,579 83,404 10,358 5,869 344 19,396 136,358
(60% )
2,095 402 14,236 13,709 2,264 88 98
2,088 3,759 - ~ 43 -
23 77 1,294 84 126 - 217
- — 15 1 — - 4 ]
8.118 2,567 19,304 13,794 2,390 121 319 45,623
(21%)
64 4 3,389 806 ~ ~
37 930 1,584 - - —
412 79 811 — - —
2 63 . _ _ “
521 1,014 5,847 806 0 0 0 8,188
(4%}
823 377 362 — 8 -
295 289 355 - 28 - -
—- - . 30 - —
(1%)
1,170 2,398 4,865 4173 _ 7,310
1 58 - 1,436 130 -
126 1] 896 300 849 62 893
8 - 207 118 231 12 61
1,305 11 3,559 5,283 6,689 204 8,264 25,315
(11%)
4,008 508 - — 1.079 _ 1,797
4,008 508 0 0 1,079 0 1,797 7,392
(3%)

* Where A is Electric Utilities, B is Coke Plants, C is Other Indusirial, and D is Residential.

10



Where 1t Goes, by Geographic Area

cing districts in
of 1937 and as

1
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giding by truck.” Thus while
of how foal is dellvered from

¥ th
do not adquabeiy r@flect the 81tuat10n from the producer s end. For example,
Distrlct 8, which includes east Kentucky, is shown as having 74 percent of its

coai delivered by rail. The Kentucky Department of Mines and Minerals statis-
tics show 79 percent of eas% Kentucky coal transported from the mine by truck
and only 21 percent by rail. These figures are not contradictory, since

1
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movement system. This is only part of the underemphasis resulting from strict
numerical comparisons, however; there is simply no substitute for the service
that trucks provide, even though it be movement of coal some fairly short dis-
tance from the mine site to a consumer or another transportation mode. Few
new mines justify the expense of a new rail spur and fewer are fortunate
enough to be located directly on a waterway. Without trucks, only the largest
mines would be served by any form of transportation. Trucks offer the ulti-
mate in flexibility, both in terms of where they can pick up and where they
can deliver.

Unfortunately, trucks are in a class by themselves when it comes to the
costs they impose on the government sectors and on others. As will be dis-
cussed in the following section, when coverweight coal trucks are used on roads
that were never intended to carry such loads, they cause rapid, sometimes
instant, deterioration of the highway surface. This overuse is common in many
parts of the South. When it occurs public expenditures for highway repair and
maintenance are greatly increased. A recent study in Kentucky found that the
state highway costs associated with coal hauling may exceed the total coal
severance tax collected there.tl

Ancther transportation system that may have a significant role to play in
the tutume movement of coal is one that currently does not exist in the south-
i coal slurry pipeline. Pipelines have the potential to deliver
of coal at comparatively low rates. The pipeline of partic-
to e scutheastern U.S. 1is omne proposed by Continental
P50 5 mpany of Winter Park, Florida. This company anticipates building
a 55 billion 1500-mile pipeline starting from points in southern Iilinois and
st Yirginia.lZlt would run in the shape of a ¥ through Kentucky and Tennes-
e, merging in northern Georgia, then continuing to Florida. Since there are
extengive social, legal and environmental issues involved with the concept of
I slurry g“p& ine, and since these issues are the subject of much current
following section addressing dissues of the specific modes of
cion will begin with and emphasize coal slurry pipelines.
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IIT.

SOCIAL, ENVIRONMENTAL AND LEGAL CONSIDERATIONS

Coal Slurry Pipelines - Envirommental and Social Effects

The use of coal slurry pipelines 1is probably the most controversial
method of coal transportation. Coal slurry is a combination of ground coal
and liquid, usually water. After the mixture is transported through a pipe-
line, the coal can be taken out by settling, filtration, or centrifuge. The
effects of this method are the subject of a heated debate, partly because it
has not yet been used on a large scale. Some people see pipelines as the most
efficient way to move coal, especially over long distances, and maintain that
the process has few long-term harmful effects. Others predict sericus prob-
lems, particularly in the western United States. Fueling the debate is the
knowledge that pipelines have the potential to cause major changes within the
coal transportation industry, which 1leads to opposition from established
interests, including railroads.

While there are at least seve. major coal slurry pipelines planned for
the United States, only two have been constructed. One is in Ohioc: finished
in 1957, it was used successfully until 1963 and then shut down because it
could not compete with unit trains. The only pipeline now in use is the Black
Mesa, connecting strip mining operations in northern Arizona to a generating
plant in Nevada. Despite occasional shutdowns, it 1is vreportedly operating
successfullyel3

Arguments Against Coal Slurry Development

One of the primary arguments against pipelines coancerns the amount of
water they use. To carry the coal, many gallons must be pumped out of the
ground or from nearby bodies of water. Particularly in dry areas, slurry
lines must compete with other wuserz for a badly needed rescurce. Seme
Westerners are concerned that coal slurry will deprive them of the water they
need to live and work. A recent study by the University of Wyoming shows that
one proposed pipeline, from Wyoming to Arkansas, would use enough to lower the
water table by 250 feet in twenty \5"831}:3@1‘4L This demand would threaten the
water supply for portions of the state.

Another argument against slurry development is that it will harm railroad
interests. The U. 8. Office of Technology Assessment (0OTA) estimates that if
the pipelines now being planned are completed, railroads will experience a net
profit loss of $680 million by the vyear 2000. Rail operators fear that
slurry pipelines will take away their most valuable business. As common car-
riers, they are required by law to handle coal from all producers, large and
small. Pipelines may not be subject to this legal limitation; railroad man-
agement believes pipeline companies will be allowed to select their customers,
leaving omnly small, out-of-the-wav production for the rails to handle.

=

Train operators claim that setting up a2 new technology in direct compe-
tition with railroads would violate the established national policy toward
railroads. The U. 5. Congress enacted the Railrcad Revitalization and Regula-



tory Reform Act of 1976 to assist struggling railroads. Mr. C. J.

Chamberlain, chairman of the Railway Labor Executives' Association, had this
to say in 1978:

It seems to us contradictory...to provide a type of competition
which would skim the cream from the traffic carried by the rail-
roads for the benefit of private companies and very few members of
the public, thereby further weakening the railroads and very prob-
ably necessitating greater amounts of Congressional aid to the

railroads in the forms of direct monetary grants and loan guaran-
tees.
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basis, slurry pipelines are highly competitive with railroads.20

Supporters maintain that pipelines have been proven to work and should be
given an opportunity to compete in an open market: railroads and other inter-
ests should not be allowed to hold back pipeline development artificially.
Some even feel that pipeline development is needed to break a monopoly on coal
transportation. Only by allowing price competition will we reduce utility and
energy rates, they say. In the words of George W. Oprea, executive vice
president of Houston Lighting and Power Company:

Coal slurry lines would provide an alternative form of transporta~-
tion that at the very least would create a competitive incentive
for the establishment of more realistic rates by railroads. We are
convinced from our own experience that such an incentive is
urgently needed. We are equally convinced that without reasonable
transportation rates, the national policy of development and
utilizin§ﬂthe country's vast coal resources will be seriously jeop~
ardized.4*

ims of adverse
believe. I

exaggerated, slurry
hat forecasts of water
iegislation will
legislation

malr

consumptive

uses : : ¥ I and do not
present DDA L conflict with Tfutur alternative water usesg,
includi i

Pipelipe supporters al ddr the eanvironmental problems of nois
i tation, ST imal communities.




Air pollution would probably not be a major problem, according to the
OTA:

Pipeline operations will have an indirect and relatively minor
impact wupon air quality if the electricity requ1ch Lo run pumps,
slurry preparation equipment, and dewatering facili is gener-
ated by combustion of fossil fuels.25

-3

he Y-shaped pipeline proposed for the Southeast would bring many bene-
fits to this region, according to 1its developers. The estimated cost of
1ilding the lime is $3 billion in 1981 dollars, which may translate into $5
billion by the time it is built, but it would be able to carry 50 million touns
of coal a year, primarily to utilities. Promoters also expect a market for
10-t0-15 million toms of exported coal slurry026 According to a study by the
National Economic Research Associates, such a pipeline would produce the
following benefits:

k)
ks

incr 1 esulting from pipeline
cransport of ceoal ida w d be 17.3 million tons
a year. Total savings of peafcleum would be 62.6 million barrels a
year in 1990. Total savings to utility customers through the

14
utilities’ use of pipelined coal in Georgia an4 Florida based on
savings 1in transportation costs would be $118.7 million in 1920,
$§380.7 to $677.9 million in 1995, and $828.7 to 31,799.3 million in

2000. Increased coal use from pipeline transportation toe Georgia
nd Florida would mean the employment of 5,200 additional mine
Tcrﬁ rs in Kentucky, West Virginia, Indiana and Illinois. Reduc-

m

ion in oil dimports would means a savings in our natiomal oil
import bill of $678 miliion im 19%5 and 5723 million in 2000.°

Ccal Slurry Pipelines - Legal Considerations

In crder for long pipelines to be built, eminent domain legisla is
almost a necessity. When it exercises its eminent domain power, the govern-
ment takes property needed for a public purpose and pays just compensation to
the owner. States can grant this power within their bovders, but a pipeline
crossing several states is probably only practicable a federal eminent
domain law is passed.

Without such legislation, individual landowners can block the path of a
pipeline by refusing to grant rights-of-way; private interests opposed to
slurfy can make it nearly impossible to find a route. For example, no pipe-

line could go far without crossing rail lines, and railroad management makes
no secret of its opposition to pipelines. In the Southeast, railroads usually
cwn the land upon which the tracks run; they would thus have no legal problem
if they wished to block a pipeline.

Relying on individual states to enact eminent domain legislation would be
a slew and uncertain approach. Private interests might be strong enough to
block 1legislative action 1im some states; one balky legislature can prevent
construction of a large project. Some developers have stated that they will
not proceed unless federal eminent domain is granted.

o5 would

According to the OTA, eminent domain legislation in most t
C ty would

e
have three elements: {1} a license or certificate of public ne

18



granted by a
or public

i
lexibility. Many small mines, especially :
without trucks. Many small coal operators have no other way to move i
coal. Within a short distance there may be a tipple or some other access to
transportation, owned by someone else; but usually the initial movement wust
be by truck. Because of this and because of their convenience, trucks will
continue to be widely used.

Of all modes of coal transportation in Kentucky, however, trucks are the
most costly. At distances of under 150 miles - the sort of run forx which most

trucks are used - truck transportation costs much more per ton-mile than other
methods. 33
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Tncreased use of unit trains and high-speed loading techniques have sig-
nificantly improved rail tramsport. There are, however, social and epviron-
mental drawbacks to the use of trains. They create noise problems, block
automobile traffic, present the danger of accidents at crossings, and inter-

¥

fere with movement of animals aznd people on farms and rangelands.’

The effects of rail Canstru““' ave as severe as those caused by pipe-
line installation, and they may be longer-lasting. Instead of being buried
rails remain on the surface of tke earth: their effects do not disappear.
Farmlands and grazing areas ave SM@"Cuﬁ o ;nterference; disruption of biolog-

however, new rails
<f1c: Many of the existing tracks

= r“r i
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have to be built to handle i e
can accommodate additiomal cars.

The impacts of the

1OWIL. There 1is some d with
"Niegel-electric locomotives hon monoxide (L), hyér@.
nitrogen oxides {Chiefly i (N}), particulates; and other poll
ﬂuwing Fwne haul ope e the i
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Towboats

0f all modes of coal transp curvently in use, barges and towbosats

ave the most energy:eff1c1eﬁta3@ nvironmental effects of water traffic

are almost negligible. 1T o duce fewer pollutants per ton~mile than do

most other surface vehicles.%0 One limit to expansion, of course, is the fact
sites w 1

S e
is produced ave now always near qav1gdble waterways.
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water can spread polluted matter from the bottom of the river, but it is
difficult to dispose of it in any other way.41

Other Methods

Mine-Mouth Energy Plants

One technique which can be called "coal transportation’ 1is mine-mouth
energy generation. Instead of hauling the coal away from the mine and burning
it there, energy can be produced directly at the site of the mine; electricity
is then transported over extra-high voltage wire to the point of consumption.

C ue has not yet proven economical on a large scale. A system
soth profitable and efficient has yet to be developed. "The eco-
this form of traunsport sre complex, and future use also depends upon
improved technologyﬂ”42 One serious problem of mine-mouth generation is water

use: it requires even more water to process a given amount of «coal than
slurry pipelines would. “This alternative uses six-to-eight times the quan~

tity of water...utilized by a coal slurry line which supplies an
equiva%entmﬁized electric power plant at the terminus of the ceoal slurry pipe-
line."43

Conveyor Belts

Conveyor belts are currently only appropriate for short movements (twelve
miles or less) to utility plants or loading points. With technological inno-
vations and changes in the market structure, however, they may become prac-
tical over greater distances. They could become a major carrier of ccal over
rough terrain, where they would be especially advantageous.”
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Iv.
THE FUTURE OF COAL TRANSPORTATION IN THE SOUTH

To develop meaningful conclusions regarding the future of coazl trans-
portation in the South, it is necessary first to make some observations about
the future of coal itself and particularly about coal in the southern region.
This section will address some national policies and trends relating to coal
and the effects these developments might have on southern coal. The resulting
impacts on the coal transportation systems of the southern region will then be

considered.

Coal Policy and Trends

The roie of coal in the nation's energy future has been
ever since the UPL( oil embargc in October of 1973. Project
announced six r President Nixon, placed heavy emph
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On the brighter side, there are also proposals that would relax the
constraints on the mining and burning of coal. Modification of the surface
mining requirements would be particularly advantageous to the Appalachian
states, since their rugged terrain make it especially difficult to comply with
existing reclamation laws and puts them at a2 competi » disadvantage with
western states, where the coal-bearing tand is generally flat, with thick

en Easing eomission regquiremen
D

igh sulphur coal found in much of

' the €. Air Act of 19
and for co
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seams and a high ratio of
would increase

western part of
is attributed with
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The creation of a
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Security Act called for a synthetic fuels industry that would pr
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lion barrels of synthetic fuel per day. It would reguire 200 to 300 million
tons of coal per year to meet this goal. This was probably an overly
ambitious target i the first place and with federal support iox synfuels

for that industry, while still appreciable,
much of the coal demanded by the
industry will be s=u € | s rn producers. Oune intent of the
thetic fuel supporters was to pro e a market for the relatively low
¢ 8 i
S

waning, the actual
will be somewhat lesg
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v
oal that might otherwi & able. As noted earlier, much of the
the southern region is high-grade premium guality. The bulk of the fits

D am as it materializes appear destined for the west-
ern and northeastern U.S. and that part of the southern region where high s
phur coal is found.

The bulk of southern coal is sold to utilities in the South. In spite of
talk of the boom in the Sunbelt, utility companies in that region have the
lowest anticipated annual growth rate of any region in the U.8., ranging from
2.9 percent to 3.5 percent. The highest growth rates are expected to be in
the central and western regions, with growth rates of 10.7 percent and 25.7
percent, respectivelyDSO These latter utilities will be served primarily by
mines in the northcentral and western U.S.

rall it would appear that the southern region 1s in for an extended
st

Quer s
period of eady, moderate growth in <coal production with whatever surges
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might occur coming in the exports area.

Implications For Transportation

maintenance

, traffic. The hopper > expa i 3
notice. The delivery time for new hopper cars is £ oCo ives,
eighteen months. By contrast, the start-up time for a typical coal mine is

two year5052

1o summary, it appears that the rail system will be able to adequately
provide service to those who can pay for it.

Barges

Barges are an efficient and desirable mode of transportation for those
coal shippers whose market route allows them access to waterways. Barges cur-
vently have the capacity to meet the demands placed on them and the inland
shipyards have the construction capacity to allow a 15-to-20 percent annual
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tration at over $8 billion. Coal-haul roads are being worn out much faster
than they are being replaced, and with road funds in the various states
slowing or actually declining, a reversal of this trend is not in sight.
Assuming that taxpayers will not be content to simply allow roads in the
coal-producing areas to turn to dust, new revenues to support these roads will
have to be forthcoming. It would seem likely that at least part of any such
revenues will be borne directly by the coal industry.

~ion enforcement and the design of less destructive coal trucks, but
rge  e¥isting truck fleet and with a major part of the coal indus
ipon them, radical solutions to the problem do nct '

Conclusions

Coal is once again being called upon to mzke a major contribution to the
nation's energy future. Since 1973, the industry has been told repeatediy to
prepare to serve a much larger role in meeting our energy needs. The actual
demand for the industry’'s product has never come up to the official
expectations, however. The coal producers have for years had the capacity to
increase their output dramatically. The coal industry has been ready but the
coal users have not.
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Conditions now appear right to insure an extended period of sustained,
though moderate, growth in the southern coal industry. Export markets are
rapidly developing, opening up new outlets for the region's coal. The syn-
thetic fuel industry will provide a major dependable market for southern coal,
much of it the low-quality type that often has difficulty finding a buyer.
Perhaps most importantly, the U.S. and the World are finally adapting to
permanently high prices for petroleum, natural gas, and other fuel sources.
Given coal's relative cost advantage and the fact that it is a reliable, long-
term domestic supply source, major energy users are expected to continue their
trend of shifting away from other fuels to coal.

In general, the South appears to have a transportation system 1in place
that can handle a moderate or even fairly significant increase in the volume
of coal movement, provided that increase is steady and foreseeable. The basic
coal transportation infrastructure - the rail beds, waterways, and, to a more
jualified extent, the roadways - can carry a much greater volume of coal traf-
ic than it now bears. With adequate notice and assurance of the demands to
e placed on it, the infrastructure is capable of being upgraded and modified
to meet the long-term transportation needs of the coal industry., The variable
components of the transportation system, the rail cars, barges, and trucks,
can be increased on faivly short notice to meet any reasonable increase in
coal volume.

w2

CF ok

The major unresclved problem in the coal transportaticon system in the

South is the coal-haul road network. As southern <coal production shifts
toward more and smaller mines, the demands placed on the highway network will
increase. In many parts of the region that network is already overburdened

and deteriorxating. Since funding for coal-haul reoads is not tied directly to
their usage, unless new and innovative funding mechanisms are developed, these
roads will only get worse.
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APPENDIX A: DEFINITIONS

COAL PRODUCTION AND PURCHASES

The amount of coal produced is reported by Form EIA 6
respondents as coal production and/or purchases.

Production:When a responding company produces and dis-
tributes its own coal to a consumer, the coal is reported &s
production.

Purchases:When a responding company purchases coal
which has been produced by another company, the coal is
reporied as a purchase. This coal may be purchased from
current production or stocks. Companies purchasing ¢ cal are

frequently wholesale coal dealers (including brokers) o retail
coal dealers.

o3}

If a reporied purchase was rnade from another -of EiA
:‘@smﬁimg company, it is included in the
:p@mqemw ‘ i

who distributec i

owned <o

alely ]
¢ engaged in ihe product
ric power 'for publsc Publicly owned agendi
Municipal ele Federal power projsct
the Tennessee Valley Auihority {(T.VAL and rural @i&
tion cooperatives, power districts, and state power projects.

ctric ulilities;

Diher Industrial: Industrial users, not including coke pi
ihat are engaged in the mechanical or chemical transforma-
don of materials or substances into new products; a
panies engaged in agriculture, mining (cther than coal ri-
ing), or construction industries. This caiegory also includes
coal used for gasification or liquefaction, and coai used ai
Form ElA 8 respondents’ mines.

Residential/Commercial: Housing units; wholesale and retail
nusinesses (except coal wholesale dealers); health institu-
tions (hospitals): social and educational institutions (schools

i universiti and Federal, State, and local governmenis
Tilitary installations, prisons, office buildings). Coal sold by
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Form EIA-6 respondents to their employees is included in
this category.

Transportation: Shipments of coal to railroad companies to
be used as fuel and shipments of coal to be used as
vessel/ship fuel.

METHODS OF TRANSPORTATION

When more than one method of transportation is involved,
the shipment is reported as follows: A. Water Transportation:
if water transportation was involved, the shipment is reported
as one of the three types of water shizments i.e., river, Great
iLakes, or Tidewater Piers and Coastal Ports. B. Rail Trans-

portation: 1{ only rail and truck were involved, then ihe
method of transporiation is reported as rail. C. Truck: The

rethod of transportation is reported as truck only when the
coal is shipped direcily to the consumer by truck.

= Shipmenis of coal moved
These shipments ar

esi Er“zarc;v
Bessemer Lake En
i (‘um*@aw, U io; B&O
Lorain, uhrf‘" G&O ailroad Presg
; Lakefront Do i

Sandusky, iR all (,ma Transfer
Ohie; Rail 1o Waier Transfer Carp. Dock,

nite of coal move
areial. Include
ad siding by truck.

or pw_;,ar 2

River: pments of coal moved fo
barge, excepi shipments o Great Lak
or Tidewater Piars or Coastal Poris.

vig river by

L

Loading Docks

ewatler Piers ana Coastal { Shipme a
moved to Tidewater Piers and Coastal Ports for further
shipmenis [0 consumers via coastal water or ocean. The
Tidewater Piers are identified by name and location as
iollows; B&C Curtis Bay Coal Piers, Baltimore, Maryland,
C&O Coal Piers Nos. 14 & 15, Newport News, Virginia, N&W
Lamberts Point Coal Piers Nos. 5 & 6, Noriclk, Virginia;
Alabama State Docks Bulk Handling Plant, Mobile, Alabama;
Alabama State Docks/McDutfie Terminals, Mobile, Alabama
Canton Coal Pier, Baltimore Harbor on Chesapeake Bay;
Greenwich Coal Pier, Greenwich Point, Philadelphia, Pa. on
Delaware River, Port Richmond Pier, Pier 18-Port Richmond,
Philadelphia, Pa. on Delaware FRiver; Galveston Regional
Coal Distribution Center, Pelican !siand, Galveston, Texas;




International Marine Terminals/Plaguemines Parish Terminal,
Mile 57 AHP-Mississippi River, approx. 30 miles South of
New Orleans; Energy Terminals of Houston, Inc., a Subsid-
iary of Soros Associates, Houston, Texas. Coastal Ports are
those located at Charleston, South Carolina; New York, New
York; San Diego, California; Los Angeles, California; and
Seattle, Washington.

Tramway, Conveyor, or Siurry Pipeline: Shipments moved
to consumers by trarmway, conveyor, or slurry pipeline.

Truck: Shipments of coal moved to consumers by truck.



Definition of Coal Producing Districts
District 1

Maryland: All mines in the State.

Pennsylvania: All mines in the following counties; Bedford,
Blair, Bradford, Cambria, Cameron, Centre, Clarion, Clearfield,
Ciinton, Elk, Forest, Fulton, Huntingdon, Jefferson, Lycoming,
McKean, Mifilin, Potter, Somerset, and Tioga. Selected mines
in the foliowing counties: Armstrong County (part), all mines
east of the Allegheny River, and those mines served by the
Pittsburgh & Shawmut Railroad located on the west bank of
tha riv Fayette County (part), all mines located on and
east of the kne of indian Creek Valley branch of the Baiti-
more & Chio Hailroad, Indiana County {pari), all mines not
served by the Saitsburg branch of ithe Consolidated Rail
Corporation; and Wesimoreland County (part), all mines serv-
ed by the Consolidated Rail Corporation from Torrance, east

the following counties; Grant,

the loliowing sounties; Allegheny,
_awrence, Mercer, Venango, and
mines in the following counties:
mines west of the Allegheny
ved Dy Pitisourgh &
mines except

< Valley branch
inciana County {pari), all
ne Consolidated

1
ihe

all

sidated Hail Corporation

counties; Barbour,
'Qon, vackson Lew-

, Wi i/'\, and
. Nicholas
& Baltimore

"
2

District 6

West Virginia: All mines in the following counties; Brooke,
Hancock, Marshall, and Ohio.

District 7

Virginia: all mines in the following counties; Montgomery,
Pulaski, Wythe, Giles, and Craig. Selected mines in the
following counties: Buchanan County (part), all mines in that
portion of the county served by the Richlands-Jewell Ridge
branch of the Norfolk & Western Railroad and in that portion
on the headwaters of Dismal Creek east of Lynn Camp
Creek (a tributary of Dismal Creek)and Tazewell County
{part}, all mines in those portions of the county served by the
Dry Fork branch to Cedar Bluff and from Bluestone Junction
o Boissevain branch of the Norfolk & Western Railroad and
Richlands-Jewell Ridge branch of the Norfolk & Western
Railroad.

West Virginia: All mines in the foliowing counties; Greenbrier,
Mercer, Morvoe, Pocahontas, and Summers. Selected mines
in the following counties: Fayeite County (part), all mines
east of Gauley River and all mines served by the Gauley
Fiver branch of the Chesapeake & Ohio Railroad and mines
served by the Norfolk & Western Railroad; McDoweli County
{part), all mines in that portion of the county served by the
Dry Fork branch of the Norfolk & Western Railroad and east
thereof; Raleigh County {part), all mines except those cn the
Coal River branch of the Chesapeake & Ohio Railroad and
north thereo!; and Wyoming Couniy {part}, all mines in that
portion served by the Guyandot branch of the Norfolk &
‘ftje“em Railroad lying east of the mouth of Skin Fork of

Guyandoi Hiver and in ihat portion served by the Virginia

3 Norfolk & Weslern Failroad.

District 8

Kentucky: in the following counties In eastern
Kentucky; Breathitt, Carter, Clay, Elliott, Floyd,
Jackson, Johnson, Knoit, Knox, Laurel,

Laslie, Leicher, McCreary, Magoffin, Martin,

Fike, Rockeastle, Wayne, and Whit-

All maines in the Siate.

bl ey e ra iy e
Morth Carclina:

Tennessee: All mines in the following counties; Anderscn,
Campbeli, Claiborne, Cumberiand, Fentress, Morgan, Over-
ion, Roane, and Scott.

Vieginia: All mines in the foliowing counties; Dickscn, Les,
Russell, Scoit, and Wise. Selected mines in the following
counties: Buchanan County {part), all mines in the county,
except in that porlior on the headwaters of Dismal Creek,



east of Lynn Camp Creek (a tributary of Dismal Creek) and
in that portion served by the Richlands-Jewell Ridge branch
of the Norfolk & Western Railroad; and Tazewell County
{part), all mines in the county except in those portions served
by the Dry Fork branch of the Norfoik & Western Railroad
and branch from Bluestone Junction to Boissevain of Norfotk
& Western Railroad and Richiands-Jewell Ridge branch of
the Norfolk & Western Railroad.

West Virginia: All mines in the following counties; Boone,
Cabell, Clay, Kanawha, Lincoln, Logan, Mason, Mingo, Putn-
am, and Wayne. Selected mines in the following counties:
Fayette County (part), all mines west of the Gauley River
except mines served by the Gauley River branch of the
Chesapeake & Ohio Railroad;, McDowell County (part), ail
mines west of and not served by the Dry Fork branch of the
Norfolk & Western Raiiroad; Nicholas County (part), all mines
in that part of the county south of and not served by the
Baltimore & Ohic Railroad; Raleigh County (part), all mines
on the Coal River branch of the Chesapeake & Ohio Rail-
road and north therecf, and Wyoming County (part), all mines
in that poriion served by the Guyandot branch of the Norfolk
& Western Railroad and lying west of the mouth of Skin Fork
of Guyandot FHiver.

<entucky: alb mines in the following counties in western
entucky; Butler, Christian, Crittenden, Daviess, Hancock,
Henderson, Hopkins, Logan, MclLean, Muhlenberg, Ohio,

Simpson, Todd, Union, Wairen, and Webster.

1 omines in the Slate.

aial Al rdnes in e State.

Ternnsgssee: Al mines in the following counties; Bledsoe,
i idarion, McMinn, Rhea, Seaguatchie, Van

District 14
Arkansas: All mines in the State.

Oklahoma: All mines in the following counties; Haskeli, Le
Flore, and Sequoyah.

District 15

Kansas: All mines in the State.

Missouri: All mines in the State.

Oklahoma: All mines in the following counties; Coal, Craig,
Latimer, Muskogee, Okmulgee, Pittsburg, Rogers, Tulsa, and
Wagoner.

Texas: All mines in the State.

District 16

Colorado: All mines in the following counties; Adams, Arapa-
hoe, Boulder, Douglas, Elbert, EI Paso, Jackson, Jefferson,
Larimer, and Weld.

District 17

Colorado: All mines except those inciuded in District 16.

New Mexico: All mines except those inciuded in District 18.
District 18

Arizona: All mines in the State.

Cau'nrnia: All mines in the State.

MNew Mexico: Ali mines in the following counties: Grant,
Lincoln, McKinley, Rio Arriba, Sandoval, San Juan, San Mi-
guel, Santa Fe, and Socorro.

District 19

idaho: All mines in the State.

Wyoming: All mines in the State.

District 20

Utah: All mines in the State.



District 21

North Dakota: All mines in the State
South Dakota: All mines in the State
District 22

Montana: All mines in the State.
District 23

Alaska: All mines in the State.

Oregon: Al mines in the State.
Washington: all mines in the State.
District 24. {Pennsylvania Anthracite)
Fennsylvania: All mines in the following counties: Carbon,

Coiumbia, Dauphin, Lackawanna, Lebanon, Luzerne, North-
urnberiand, Schuylkill, Sullivan, and Susguehanna.
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